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I. The Tampa Bay Downtown Mobility Initiative -- Program Description 
The Tampa Bay area has been experiencing one of the fastest growth rates of any major 
U.S. metropolitan area and is feeling the transportation impacts. Congestion delays and the 
reality of "gridlock" on our roadways are becoming more common. Those commuting to the 
Central Business District (CBD) can certainly relate to the frustration and costs o~_congested 
roadways. In recognition of these trends, and in response to a request by Tampa Mayor 
Sandra Freedman, the Downtown Mobility Initiative is being undertaken. This is a joint 
effort by the Tampa Urban Area Metropolitan Planning Organization (MPO) and the 
Center for Urban Transportation Research (CUTR) at the University of South Florida 
(USF). With support of other area agencies and the private sector, the MPO and CUTR 
are evaluating downtown commute conditions and the potential effectiveness of 
transportation demand management (TOM) techniques in order to make recommendations 
and develop an action plan for improved transportation for CBD commuting. 
Transportation demand management refers to activities that can be quickly implemented 
and which are designed to influence the demand for transportation and improve urban 
mobility. TOM encourages alternatives to the single-occupant automobile and more 
efficient use of the transportation system by altering the demand for travel. Experiences 
around the country indicate that the aggressive application of TOM techniques can result 
in the reduction of peak hour vehicle trips. With the high costs and long lead-time 
requirements for investments in new facilities, efforts to reduce peak period demands by 
using TOM techniques can be cost-effective. While there are plans to build roadway, 
transit, bicycle, and pedestrian facilities in various areas of the region including downtown, 
the specific focus of the Tampa Downtown Mobility Initiative is on near-term, low-cost 
efforts to reduce downtown commute congestion, save energy and improve air quality and 
capture the other benefits of lessened auto congestion. 
The information presented in Technical Memorandum I: Profile of Existing CBD Travel 
Characteristics, represents a compilation of various data which provides a description of 
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travel conditions relating to CBD commute travel. This information is intended to be useful 
in the selection of appropriate TDM strategies, establishing goals and objectives for the 
program, and tailoring the design of TDM activities to reflect the specific travel conditions 
and market characteristics of CBD commute travel. Specifically, travel to and within the 
downtown area is evaluated and the findings used to develop strategies and 
recommend~tions for the design and implementation of congestion reduction programs. 
Among the programs that will be considered by the public and private sectors are actions 
to support ridesharing, flextime, and enhanced transit. 
Accessibility to and mobility within the CBD is outlined in three sections: (1) internal 
circulation, (2) portal capacity, and (3) line-haul corridors. This information is then used 
to help choose and design the TOM techniques most appropriate for the Tampa CBD. The 
information presented in the memorandum is generally not new information but rather data 
taken from the numerous other technical studies and transportation plans that have been 
performed over the past several years. An extensive bibliography of relevant transportation 
studies is included at the end of the memorandum. 
This memorandum will be followed by a second technical memorandum that will review 
TOM techniques, their characteristics, and how they might be applied to downtown Tampa. 
Following review, a third report will be developed, outlining a course of action appropriate 
for Tampa and itemizing actions to implement the TDM techniques. The three major steps 
of the Tampa Downtown Mobility Initiative are shown in Figure 1. 
The public will have to be in partnership with the private sector and governmental agencies 
to make these actions successful. A concerted team approach to transportation demand 
management provides the greatest, most cost-effective, near-term opportunity to keep 
congestion from further affecting the quality of life in the Tampa Bay area. 
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Task 1 
Task 2-A 
Task 2-B 
Task 3 
Figure 1 
The Downtown Mobility Initiative 
Technical Memorandum I: 
Profile of Existing CBD 
Travel Characteristics 
Technical Memorandum II: Transportation 
Demand Management Techniques with 
Potential Application in Tampa 
Review by the Public, 
Public Sector Decisionmakers, 
and Private Sector Decisionmakers 
Technical Memorandum III: An Action 
Program for Improving Downtown Mobility 
n. Review of Transportation Demand Management 
As is the case with many public services and infrastructure needs, the challenge is one of 
maintaining a balance between the demands for the services and facilities, in this case 
transportation, and their supply. Transportation is one of the most highly visible public 
services and has been significantly affected by the rapid growth of population and travel 
demand. There are two approaches to bringing this equation into balance. First, the supply 
of services can be expanded. This is being addressed in a variety of transportation planning 
efforts designed to upgrade capacity in the Tampa CBD area. These, however, are longer 
term efforts and are often delayed due to resource limitations. The alternative approach 
is to modify the levels of demand for services and facilities through TDM. Since the total 
demand for travel is associated with the level of economic activity, any TDM effort will be 
designed to shape demand without constraining the economic activity. There are a number 
of ways to do this. Since mobility is a growing problem in many of the urban areas of the 
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country, there is an increasing emphasis on finding ways to modify demands in order to 
maximize the potential of transportation facilities. These techniques result in less congestion 
and a better quality of life. 
Figure 2 shows the spectrum of the alternative approaches to balancing travel demand and 
supply. Both short- and long-term ~olutions, focusing on supply and demand, are noted. 
The shaded area, indicating short-term demand-oriented approaches to transportation, are 
the focus of the remainder of this report. 
Short Term 
Long Term 
Figure 2 
Addressing Urban Transportation Problems 
Supply 
New Transit Services 
Interchange Improvements 
Ramp Metering 
New Roadways 
Roadway Expansion 
New Transit Facilities 
Demand 
Urban Design 
Growth Management 
Road Pricing 
The remainder of this report discusses travel conditions for the CBD commute traveler. 
Information on alternative ways of meeting CED-oriented travel demands will also be 
provided. This profile of CBD travel conditions will be used to evaluate the feasibility of 
various TOM techniques. 
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III. A Profile of CBD Transportation and Related Activities 
A. CBD Description 
The Tampa CBD consists of approximately 529 acres of development bounded by 1-275 on 
the north, the Hillsborough River on the west, Meridian and Nebraska avenues on the east, 
and the Garrison Channel to the south. This area currently has approximately 4.3 million 
gross square feet of commercial office space, 2.5 million square feet of government office 
space, and 755,000 gross square feet of retail space. The CBD is also home to 1,643 hotel 
rooms, 309 residential dwelling units, and just over 21,000 parking spaces. Other major 
CBD attractions include the Curtis Hixon Convention Center and the Tampa Bay 
Performing Arts Center. The new convention center, currently under construction, will be 
a major CBD attraction. 
The CBD also serves as the gateway to Harbour and Davis Islands and the traffic destined 
to these locations. The map in Figure 3 shows the general boundaries and traffic analysis 
zones (TAZs) of the study area. TAZs are smaller geographic areas of the CBD, sub-
divided to allow a more detailed analysis of employment, parking, and tripmaking data. 
Figure 4 illustrates downtown employment density. From this figure, in which total 
employment is graphically spread throughout the CBD by city blocks, it is clearly evident 
that the area of highest employment concentration is found in the six blocks along both sides 
of Kennedy Boulevard, between Ashley Street and Florida Avenue. 
B. CBD Employment 
The CBD has the single most dense concentration of employment in the Tampa Bay region 
with more than 30,000 jobs per square mile. Westshore, in comparison, has an employment 
density of 4,000-5,000 jobs per square mile. Employment growth in the CBD has been 
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steady for the past several years, with an annual office space absorption of approximately 
200,000 square feet per year. CBD employment is forecast to nearly double over the next 
20 years. Figure 5 shows the current (1989) and forecast CBD employment. 
One objective of regional land use plans is to continue increasing the employment 
concentration by making better use of the adequate vacant land and underutilized building 
space. Currently, 17% of the office space and 37% of the retail space is vacant. Several 
new CBD projects are in the construction phase. Three major office towers, totaling 
approximately 1.5 million square feet, have been started recently. Numerous other projects 
are being considered. 
The nature of CBD employment, both in terms of the kinds of jobs and the number of 
employees per firm, will influence which TDM techniques and how marketing plans are 
implemented. The Tampa CBD is expected to continue its historical role of providing 
employment to a variety of government and corporate headquarters. In addition, it has 
extensive employment in support services, including retailing, hotels, and food. The 
Standard Industrial Code classification for CBD employment is shown in Table 1. 
The top 10 CBD employers, and their number of employees, are shown in Table 2. These 
firms represent approximately 20% of the total CBD employment, although they comprise 
only 1 % of the total number of CBD firms. The overwhelming majority of all of the current 
CBD firms (623 of 803) have 20 employees or less. 
C. CBD Parkin~ 
The total number of parking spaces in the downtown Tampa area is 21,095. An inventory 
of these spaces, by type, are broken down in Table 3A Also, the geographic concentration 
of these spaces is illustrated in Figure 6. The greatest concentration of parking spaces is 
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Table 1 
Standard Industrial Code Classification for Tampa CBD Employment 
Number Number of Percent 
SIC Code of Firms Emplo_yees of Total 
Less than 2000 (Construction) 11 146 0.5% 
2000-3999 (Manufacturing) 19 401 1.4% 
4000-4999 (Trans./Public Utilities) 41 3,989 14.4% 
5000-5199 (Wholesale Trade) 20 398 1.4% 
5200-5999 (Retail) 89 2,109 7.6% 
6000-6999 (Finance/Insurance/Real Estate) 135 4,637 16.7% 
7000-8999 (Services) 378 8,655 31.2% 
Greater than 9000 (Government) llQ Lm 26.8% 
803 27,733 100.0% 
Source: Contacts Influential Database - Hillsborough County City-County Planning 
Commission, March, 1990. 
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Table 2 
Size Distribution of Tampa CBD Employers 
Number of Emvlo_yees 
300 or more employees 
101 to 299 employees 
21 to 100 employees 
11 to 20 employees 
1 to 10 employees 
Totals 
Top Ten CBD Employers 
GTE Florida 
Tampa Electric Company 
First Florida Bank 
Maas Brothers 
Tampa City Hall Annex 
Number 
of Firms 
13 
31 
135 
115 
~ 
802 
Hills. County Schools Admin. Office 
GTE Information Services 
Hills. County Clerk's Office 
Hyatt Regency 
Florida Court Admin. Offices 
Number of 
Employees 
6,384 
5,382 
5,874 
1,844 
~ 
27,733 
1,200 
850 
500 
500 
484 
450 
400 
400 
400 
300 
Share of CBD 
Employees 
23.0% 
19.0% 
21.0% 
7.0% 
JQ&& 
100.0% 
Source: Contacts Influential Database - Hillsborough County City-County Planning 
Commission, March, 1990. 
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located west of Ashley Street (Poe Garage) and south of the Franklin Street Mall (Fort 
Brooke Garage). 
Table 3A 
Total Parking Spaces By Type for Tampa CBD 
Off-Street 
Public-surface lots 2,163 spaces 10.2% 
Public-structure lots 4,694 spaces 22.2% 
Private-surface lots 7,465 spaces 35.4% 
Private-structure lots 5,113 spaces 24.2% 
On-Street 
Metered 1,660 spaces 8.0% 
21,095 spaces 100.0% 
The supply of parking in downtown Tampa is relatively available to commuters with a ratio 
of parking spaces per employee of 0.76. Table 3B lists data for selected other urban areas. 
Definitions, determination of boundaries, data availability, and dated data necessitate 
caution in drawing conclusions from the table's data on employment and parking. 
IV. Description of CBD Access and Circulation System 
The discussion of this transportation system will be broken into three sections: Section A 
focuses on internal circulation within the CBD; Section B focuses on the cordon, or portal 
capacity of the CBD; and Section C focuses on the major line haul corridors for access to 
the CBD. Each of these elements will then be considered in the design and selection of the 
set of TDM techniques that will be best suited to improving transportation in the CBD area. 
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Table 3B 
Downtown Parking and Radial Freeway Capacity in Selected U.S. Cities1 
Off-Street CBD 
Parking Spaces Radial Employees/ 
Off-Street CBD CBD Available per Radial Freeway Lane/ 
City Parkin~ Spaces EmplQYIDent 100 Emplqyees Freeways !dIDe.s Direction 
Non-Rail Cities 
Austin 18,000 36,108 50 
Dallas 73,000 115,656 63 7 48 4,875 
Denver 49,000 100,000 49 4 28 8,429 
Detroit 55,000 110,000 50 6 42 5,238 
Houston 71,000 178,000 40 6 50 7,120 
Jacksonville 31,517 63,000 50 
Milwaukee 30,700 67,400 46 
Orlando 35,000 35,000 100 
Phoenix 26,600 26,400 101 3 18 2,933 
San Antonio 47,000 47,580 99 
Seattle 45,000 125,000 36 3 26 9,615 
Tampa 21,095 27,733 76 s 26 1,885 
Sub-total 502,912 931,877 54 
Rail ~ities 
Atlanta 60,500 99,000 61 4 36 5,500 
Baltimore 36,000 130,000 28 5 32 8,125 
Cleveland 57,440 116,000 50 4 18 12,889 
New Orleans 37,000 100,000 37 3 16 12,500 
Philadelphia 38,500 185,000 21 5 24 15,417 
Pittsburgh 36,000 135,000 27 3 18 15,000 
San Diego 15,545 38,000 41 
Sub-total 280,985 803,000 35 
11nformation based on several sources including published reports and conversations with city representatives. Basically the data is post 
1980. In general, the number refers to off-street parking spaces. The number of radial freeways and freeway lanes is generally measured 
at a cordon line with an approximate one mile radius from the center of the CBD. 
Sources include: 
Peter W. G. Newman and Jeffrey R Kenworthy, "Gasoline Consumption and Cities,• Journal of the American Planning Association, 
Volume 55, Number 1, The American Planning Association, Chicago, IL, Winter 1989. 
Thomas Higgins, Parking Management and Traffic Mitigation in Six Cities: Implications For Local Policy, Transportation Research 
Board Manuscript Number 880396, January 1989. 
Charles River Associates Incorporated, Characteristics of Uroan Transportation Demand: Second Edition, A Hand Book for 
Transportation Planners, CRA Report No. 784.1, p. F-2, April 1986. 
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A Circulation Within the CBD 
Within the CBD, there are approximately 20 linear miles of roadway and 70 total lane miles. 
The city blocks are approximately 235 ft. by 235 ft., thus the transportation system is 
relatively dense. As shown in Figure 7, Marion Street operates as a nine-block transit mall. 
A portion of Franklin Street functions as a six-block pedestrian mall. Since the dimensions 
of the downtown area are approximately 0.7 miles by 1.2 miles, very few trips are on 
downtown streets for more than one mile and most well under a half mile. The CBD street 
and circulation system is shown in Figure 7. Note, many of the streets operate as one-way 
facilities. 
Peak hour str_eet volumes and levels of service for several downtown streets are shown in 
Table 4. As the data indicate, operations on downtown streets are uncongested during 
normal peak periods. While there may be some localized problems, such as access and 
egress from parking facilities, circulation within the CBD is not a major problem compared 
to CBD access. 
B. CBD Portal Conditions 
The cordon, or portals, refer to those transportation facilities that cross the defined 
boundary of the CBD. These locations receive attention because they can be bottlenecks, 
slowing traffic as it transitions from higher capacity line haul facilities to local collector-
distributor facilities. A review of travel volumes on facilities entering the CBD also provides 
information on the orientation of travel coming to and leaving the CBD. Figures 8A and 
8B depict the CBD portal locations, respective volumes, percent of CBD traffic, and levels 
of service (where data is available). This data is summarized in Tables SA and SB. In 
general, the portal volumes are shaped by their orientation to major areawide roadway 
facilities, particularly the interstate. In the a.m. peak hour, the top three portal volumes are 
located at Platt, Jefferson (on-ramp to I-4), and Brorein streets, respectively. These three 
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Table 4 
Peak Hour Level of Service for Tampa CBD Streets 
Roadway Direction Peak Hour Period Level-of-Service 
1. Kennedy Boulevard Eastbound AM B 
Westbound AM A 
Eastbound PM A 
Westbound PM B 
2. Tampa Street Southbound AM A 
Southbound PM A 
3. Florida Avenue Northbound AM A 
Northbound PM A 
4. Marion Street Northbound AM A 
Southbound AM A 
Northbound PM A 
Southbound PM A 
5. Morgan Street Northbound AM A 
Southbound AM A 
Northbound PM A 
Southbound PM A 
6. Twiggs Street Eastbound AM C 
Westbound AM A 
Eastbound PM A 
Westbound PM A 
7. Platt Street Eastbound AM B 
Eastbound PM B 
8. Brorein Street Westbound AM A 
Westbound PM A 
9. Cass Street Eastbound AM A 
Westbound AM A 
Eastbound PM A 
Westbound PM A 
10. Laurel Street Eastbound AM A 
Westbound AM A 
Eastbound PM A 
Westbound PM A 
Sm!r.c,e: Downtown Tampa ORI - Phase m Update, Feb. 1989 
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Table SA 
Summary of Tampa CBD Portal Volumes • A.M. Peak Hour 
Percent of Total 
Roadway Direction Peak Hour Volume Inbound/Outbound LOS 
Platt St. at Hillsborough River 1B 2,280 18.90% B 
I-275 WB Off-ramp to Ashley St. 1B 1,420 11.70% F 
1-275 EB Off-ramp to Ashley St. 1B 1,185 9.82% C 
Tampa St. at Laurel St. 1B 1,160 9.62% 
Kennedy Blvd. at Hillsborough River IB 1,000 8.29% B 
Crosstown WB Off-ramp to Kennedy Blvd. 1B 719 5.96% D 
Nebraska Ave. at Maryland Ave. 1B 650 5.39% 
Platt St. at Caesar St. 1B 540 4.98% 
Crosstown EB Off-ramp to Florida Ave. 1B 489 4.05% B 
Twiggs St. at Meridian Ave. 1B 430 3.56% 
Marion St. at Laurel St. 1B 400 3.31% 
Cass St. at Hillsborough River 1B 470 2.89% A 
Nick Nuccio Pkwy. at Nebraska Ave. 1B 330 2.73% 
Crosstown EB Off-ramp to Platt St. 1B 318 2.67% B 
Kennedy Blvd. at Nebraska Ave. 1B 210 1.74% 
Laurel St. at Hillsborough River 1B 180 1.49% A 
Crosstown WB Off-ramp to Morgan St. 1B 162 1.34% C 
Morgan St. at Fortune St. 1B 120 .99% 
I-275/I-4 On-ramp from Orange St. OB 1,620 16.83% 
Brorein St. at Hillsborough River OB 1,400 14.55% A 
Florida Ave. at Laurel St. OB 1,000 10.39% 
Kennedy Blvd. at Hillsborough River OB 740 7.69% 
I-275 WB On-ramp from Ashley St. OB 715 7.40% 
Platt St. at Caesar St. OB 540 5.61% 
I-275 EB On-ramp from Orange St. OB 520 5.40% 
I-275 EB On-ramp from Ashley St. OB 505 5.25% 
Kennedy Blvd. at Nebraska Ave. OB 480 4.98% 
Cass St. at Hillsborough River OB 460 4.78% 
Crosstown WB On-ramp from Brorein St. OB 444 4.61% 
Nebraska Ave. at India St. OB 330 3.43% 
1-275 EB On-ramp from Jefferson St. OB 260 2.70% 
Crosstown WB On-ramp from Tampa St. OB 137 1.42% 
Twiggs St. at Meridian Ave. OB 132 1.37% 
Nick Nuccio Pkwy. at Nebraska Ave. OB 90 .93% 
Laurel St. at Hillsborough River OB 80 .88% 
Morgan St. at Tyler St. OB 50 .52% 
Crosstown EB On-ramp from Jefferson St. OB 48 .49% 
Marion St. at Harrison St. OB 40 .41% 
Crosstown EB On-ramp from Nebraska Ave. OB 32 .33% 
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Table 5B 
Summary or Tampa CBD Portal Volumes - P.M. Peak Hour 
Percent of Total 
Roadway Direction Peak Period Volume Inbound/Outbound LOS 
Platt St. at Hillsborough River 1B 2,300 27.68% B 
Kennedy Blvd. at Hillsborough River 1B 880 10.59% 
I-275 WB Off-ramp to Ashley St. 1B 820 9.87% 
Platt St. at Caesar St. 1B 730 8.78% 
I-275 EB Off-ramp to Ashley St. 1B 635 7.64% 
Tampa St. at Laurel St. 1B 610 7.34% 
Cass St. at Hillsborough River 1B 450 5.41% 
Kennedy Blvd. at Nebraska Ave. 1B 440 5.29% 
Nebraska Ave. at Maryland Ave. 1B 320 3.85% 
Twiggs St. at Meridian Ave. 1B 190 2.28% 
Laurel St. at Hillsborough River 1B 170 2.10% 
Crosstown WB Off-ramp to Kennedy Blvd. 1B 174 2.09% 
Crosstown EB Off-ramp to Florida Ave. 1B 163 1.96% 
Marion St. at Laurel St. 1B 150 1.80% 
Nick Nuccio Pkwy. at Nebraska Ave. IB· 130 1.56% 
Crosstown EB Off-ramp to Platt St. 1B 90 1.08% 
Morgan St. at Fortune St. 1B 30 .36% 
Crosstown WB Off-ramp to Morgan St. m 27 .32% 
Brorein St. at Hillsborough River OB 2,060 13.98% A 
I-275 EB On-ramp from Orange St. OB 1,515 10.29% E 
I-275 WB On-ramp from Ashley St. OB 1,240 8.42% 
Kennedy Blvd. at Hillsborough River OB 1,050 7.13% B 
I-275 EB On-ramp from Jefferson St. OB 915 6.21% C 
Florida Ave. at Laurel St. OB 2,220 5.07% 
I-275 EB On-ramp from Ashley St. OB 730 4.96% F 
Crosstown WB On-ramp from Brorein St. OB m 4.94% B 
Nebraska Ave. at India St. OB 590 4.01% 
Cass St. at Hillsborough River OB 580 3.94% A 
Platt St. at Caesar St. OB 470 3.19% 
I-275/1-4 On-ramp from Orange St. OB 400 2.72% 
Nick Nuccio Pkwy. at Nebraska Ave. OB 400 2.72% 
Crosstown WB On-ramp from Tampa St. OB 324 2.20% C 
Twiggs St. at Meridian Ave. OB 300 2.04% A 
Kennedy Blvd. at Nebraska Ave. OB 280 1.90% 
Crosstown EB On-ramp from Nebraska Ave. OB 235 1.59% 
Morgan St. at Tyler St. OB 190 1.29% 
Crosstown EB On-ramp from Jefferson St. OB 189 1.28% D 
Laurel St. at Hillsborough River OB l(i() 1.10% A 
Marion St. at Harrison St. OB 150 1.02% 
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locations comprise just over 50% of the total a.m. peak hour CBD portal traffic volume. 
In the p.m. peak hour, the top three portal volumes are located at Platt Street, Florida 
Avenue, and Brorein Street, respectively. These three locations comprise just over 56% of 
the total p.m. peak hour CBD portal traffic volume. 
The levels of service at the portals are generally good. However, congestion backups from 
line haul corridors adjacent to the CBD can result in congestion at the portal. For example, 
in the a.m. peak hour, the Ashley Street off-ramp, from 1-275 southbound, operates at level 
of service (LOS) F. In the p.m. peak hour, the Ashley Street on-ramp to 1-275 northbound, 
and the Jefferson on-ramp to I-4, operate at LOS F and E, respectively. 
In summary of the portal traffic volumes, Figure 9 highlights the distribution of all CBD 
trips by general direction. The majority of CBD trips are from the north and west. In 
addition, the distribution of CBD trips does not vary significantly between the a.m. and p.m. 
peak hours. 
C. Line Haul Corridors for· CBD Commutin& 
Evaluating the conditions in the major travel corridors where there are concentrations of 
travel to and from the CBD is a more complicated task. Understanding the travel 
conditions and the share of traffic bound for the CBD in each corridor is essential to 
understanding the overall travel market conditions. The travel conditions in these line haul 
corridors greatly affect the travel decisions of CBD commuters. An understanding of 
conditions is important in evaluating various proposals for TDM techniques that may help 
overall transportation problems. For example, both the orientation and trip length may 
influence whether a given area is a good location for increased marketing of ridesharing, 
regular fixed route transit services, or park-and-ride services. Knowledge of the travel 
origins of CBD-bound travelers also enables assessment of the potential impact of TDM 
techniques on roadway congestion. 
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Traffic bound for the CBD constitutes a significant, though not dominant, share of the total 
travel on the major travel corridors leading to downtown. The Ashley off-ramp traffic from 
I-275 southbound constitutes 15% of the morning southbound I-275 mainline volume 
immediately prior to the ramp. The Ashley Street off-ramp traffic from 1-275 northbound 
constitutes 18% of the total northbound 1-275 mainline volume. More dramatically seen in 
the a.m. peak hour, the Kennedy Boulevard off-ramp traffic, from the westbound Crosstown 
Expressway, equals about 47% of the westbound mainline traffic immediately prior to the 
ramp. The traffic count data from the late 1980's indicate that approximately 25% of the 
peak hour traffic heading toward the CBD (eastbound on 1-275 South, southbound on 1-275 
North, and westbound on 1-4) exits the interstate at one of the ramps that provide service 
to the CBD. Some of this traffic may pass through the CBD and not be destined for the 
CBD. 
In the p.m. peak hour, the Ashley Street on-ramp traffic to I-275 northbound represents 
27% of the mainline I-275 northbound traffic after the ramp. The Jefferson Street on-ramp 
traffic represents 20% of the total peak hour mainline I-275 northbound traffic and 16% of 
the total peak hour mainline I-4 eastbound traffic. 
The radial freeway facilities serving the CBD also serve other major employment centers 
in the region, as well as interregional trips. The West Shore business district and Tampa 
International Airport are major generators served by the same facilities, and a significant 
share of I-275 and 1-4 traffic is destined for St. Petersburg, Orlando, and other destinations 
served by the interstate system. Thus, it is clear that, even in peak hours, the ability of 
CBD-based TDM activities to significantly influence levels of service on the interstate 
system serving the CBD will be limited due to the fact that a very large share of the traffic 
on these facilities is not destined for the CBD. 
To evaluate the demands for CBD-bound travel from the various corridors, a number of 
data sources were examined. The 1980 Journey to Work data was reviewed and compared 
with subsequently produced model data indicating the distribution of CBD work trips. Total 
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tripmaking to the CBD was also examined. This review included the most current data 
( 1988) to determine the travel patterns as they related to CBD commuting. The review 
looked at both the share of the CBD workers that originated in a given geographic zone as 
well as the share of the workers from a given zone that commuted to the CBD. For this 
analysis, a simple zone structure focusing on the major corridors and short and long trips 
was used to aggregate and display data. 
Figure 10 presents the results of the analysis of the CBD tripmaking data. This graphic 
shows the zone structure referred to in subsequent tables as well. The residential location 
or origin zone of CBD-bound trips for all trip purposes is indicated for each zone. The 
majority of the trips to downtown come from the three adjacent zones to the northeast, 
northwest, an_d southwest, with the east-northeast and the downtown being the next most 
frequent origins for CBD-bound trips. As expected with employment and residential growth, 
these demand patterns change; however, the relatively stable CBD employment base allows 
historical data to give a good approximation of commute demands to the CBD. Obviously, 
the residential locations of Tampa CBD employees strongly influence their commute paths 
as well as their willingness to shift to alternative modes. The distribution pattern of CBD-
bound travelers may also influence the strategy used to market TDM actions. 
Table 6 summarizes the residential locations of CBD employees by district. This table uses 
the zone structure from Figure 10 and is based on model data for 1988. Table 7 is similar 
to Table 6 except that it reports the 1980 Census Journey to Work data. This table also 
reports the share of each residential zone's traffic that is destined for the CBD. Contrasting 
Tables 6 and 7, one notes that the distribution of CBD tripmaking has shifted only modestly 
over the time period. Total CBD employment is larger in 1988 due to the passage of time, 
the definition of employment, and the nature of the data collection. Another notable 
difference is the significantly larger share of CBD employment shown in 1980 as coming 
from outside the county. Other differences in these two tables, however, may also be 
partially attributable to differences in the source of data, collected sample census data versus 
travel model simulated data, or to real changes in the trip distribution pattern as influenced 
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Table 6 
Residential Locations of CBD Employees 
Number of Percent of CBD 
District Work Trips to Workers Who Reside 
Location Tampa CBD in District 
1. CBD 136 0.5% 
2. Peninsula 4278 17.1% 
3. Near Northwest 3235 12.9% 
4. Near North 5304 21.2% 
5. Near East 2145 8.5% 
6. Near Southeast 1495 6.0% 
7. Far Southeast 2799 11.2% 
8. Far Northwest 171 6.8% 
9. Far Northeast 2414 9.6% 
10. Far East 1317 5.2% 
11. Outside Hills-
borough County 228 1.0% 
Totals 25,063 
Note: Work trips to and from the CBD comprise 5.88% of the total number of work trips 
made in Hillsborough County. 
Source: 1988 Urban Area Model data 
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Table 7 
Tampa CBD Work Commute Travel Analysis 
District 
Location 
1. CBD 
2. Peninsula 
3. Near Northwest 
4. Near North 
5. Near East 
6. Near Southeast 
7. Far Southeast 
8. Far Northwest 
9. Far Northeast 
10. Far East 
11. Outside Hills-
borough County 
Totals 
Number of 
Work Trips to 
Tampa CBD 
56 
3208 
2752 
3973 
1086 
451 
926 
1471 
1809 
899 
1588 
18219 
Percent of CBD 
Workers Who Reside 
in District 
0.3% 
17.6% 
15.1% 
21.8% 
6.0% 
2.5% 
5.1% 
8.1% 
9.9% 
4.9% 
8.7% 
Source: 1980 Census Journey to Work data. 
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Percent of Districts' 
Workers who work 
in Tampa CBD 
77.8% 
7.6% 
5.8% 
7.0% 
5.9% 
3.7% 
3.7% 
6.6% 
5.4% 
3.7% 
N/A 
by the nature of CBD employment and the character of the residential areas. Based on 
residential growth patterns, the shares of CBD work trips from Tampa Palms, Brandon, and 
other growth areas may be expected to increase. The Tampa core area, immediately to the 
north, northeast, and northwest of the downtown, still provides a substantial share of total 
CBD demand. It is interesting to note that, with the exception of the CBD, no residential 
area had more than 7.6 percent of its workers commuting to CBD employment. Thus, the 
share of persons traveling to a single location is relatively modest, making shared ride 
alternatives more difficult to market and support. 
The Tampa CBD is primarily served by an "inverted T'-shaped interstate network in 
Hillsborough County, consisting of I-275 North, 1-275 South, and 1-4. The existing peak 
period levels of service for these corridors are generally below acceptable ratings. This 
condition will only get worse because major capacity improvements recommended for these 
corridors will not be in place for many years. Table 8 summarizes existing freeway 
operating conditions. It indicates that over half of the measured segments operate at LOS 
F. The data also indicate that while I-275 running north from downtown tends to have a 
significant directional split in the peak period, I-4 and the east/west leg of I-275 have similar 
levels of traffic in both directions. 
V. Transit Service and Use in the CBD 
As in most urbanized areas, the Tampa CBD is the primary focus of public transit services 
in Tampa. The CBD, with the single largest concentration of employment, provides a 
sufficiently large travel market to enable frequent and attractive transit services. 
Additionally, the CBD is in a central location, allowing it to be served by transit more 
efficiently. It also serves as a location where transfer activity between various transit routes 
can be reasonably accommodated. The urban design characteristics of downtown, where 
sidewalks are present and parking is more expensive and remote, also provide an 
opportunity for transit to be more competitive. The importance of the CBD to transit 
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Table 8 
Summary of Existing Freeway Operations 
Location Direction Peak Period Avera2e Flow Rate Level-of-Service 
1. 1-4, West of EB AM 4,120 F 
21st Street WB AM 4,645 F 
EB PM 4,460 F 
WB PM 4,360 F 
2. 1-4, West of EB AM 3,180 D 
50th Street WB AM 3,790 F 
EB PM 4,110 F 
WB PM 3,215 D 
3. 1-275, At Hills. EB AM 6,095 F 
River WB AM 6,215 E 
EB PM 6,360 E 
WB PM 6,230 F 
4. 1-275, East of EB AM 5,385 F 
Dale Mabry WB AM 5,965 F 
EB PM 5,680 F 
WB PM 5,555 F 
5. 1-275, At NB AM 3,365 C 
Floribraska SB AM 6,115 F 
NB PM 6,195 F 
SB PM 4,415 D 
6. 1-275, between NB AM 1,585 B 
Fowler & Fletcher SB AM 3,380 D 
NB PM 3,165 D 
SB PM 2,045 B 
Source: Tables 12 and 21 - Traffic Memorandum, Tampa Interstate Study, 1988. 
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operations is evident in the recent investments in the downtown transit mall. Downtown is 
also the focus of much of the long-range capital planning for transit services and facilities. 
Figure 11 shows a schematic of HART bus services in Hillsborough County. The graphic 
clearly indicates the extent of coverage for transit services. The brief data table at the 
bottom of Figure 11 indicates the amount of total service provided by HART and the 
portion associated with the CBD. Two-thirds of all bus routes and bus trips are oriented 
to the downtown. Approximately one-fourth of HART ridership is for trips to or from the 
CBD. If trips feeding routes that transfer to the CBD are counted, the share of trips 
associated with travel to and from the CBD would be even higher. This constitutes the 
single most common destination in the HART service area. Additional HART passengers 
access and egress the CBD in order to transfer or ride through to other destinations on the 
HART system. 
Park-and-Ride facilities are available for rriany CBD commuters, as shown in Figure 12. 
Twenty-two parking locations, with 1,507 spaces, are available for park-and-ride express 
riders or carpoolers. The total number of spaces at parking locations along each route is 
also shown in Figure 12. The average size lot is 70 spaces, varying in size from 63 (St. 
Andrews Church lot on 27x) to 184 (Casey Road lot on 50x). All HART express routes 
have park-and-ride lots and serve the downtown. 
These downtown routes are mapped in Figure 13. As the graphic indicates, extensive 
service is available within easy walking distance (1000 ft.) of all CBD employment locations. 
However, the highest concentration of current CBD employment is not located immediately 
adjacent to the Marion Street transit mall. Walk time to access transit from the highest 
concentrations of employment is a deterrent to greater transit use. Of the 33 routes that 
serve the downtown area, 12 access the CBD via I-275 /I-4, five access the CBD via the 
Crosstown Expressway, and the others access by way of arterial streets. 
The share of CBD workers that commute by bus has been estimated to be in the 10 to 15% 
range. 
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VI. Ridesharing and Carpooling for CBD Trips 
The SA VE (Share a Vehicle Everyday) ridesharing program was begun by the Tampa Area 
MPO in 1983. SA VE currently has 165 major employers with transportation coordinators 
who are trained to promote and facilitate alternative transportation. The alternatives 
include car and van pools, bus service, bicycling, and walking. The vanpool program consists 
of services offered by Van Pool Services, Inc., a privately-owned business which leases vans 
to anyone interested in forming vanpools. There are currently no active vanpools to CBD 
locations organized through the SA VE program. SA VE also offers a special bus pass 
through an informal agreement with HART. This program stipulates that if the employer 
provides 10% of the cost of a monthly HART pass, then HART will provide 10% as well. 
Some very approximate evaluations of the SA VE program have been compiled, showing that 
there are 400-500 active carpoolers in the system. The USAA program in West Shore has 
over 500 employees matched for ridesharing. Records indicate that there are now over 100 
carpoolers and over 150 vanpoolers at USAA alone. Most recently, SA VE has been 
working with the 3,100 employees at Tampa General Hospital, focusing on the need for 
employer-based incentives to ridesharing. 
Finally, a recent MPO study on employer-incentives to ridesharing analyzed data provided 
by the Tampa Committee of 100 on twenty-two area employers who had a total of 25,892 
employees. Of the 22 companies surveyed, 11 said that they were now promoting, or had 
at some time promoted, ridesharing. Of these 11, four had provided incentives. The 
programs of the remaining seven consisted of dissemination of information, either through 
SA VE or, informally, through bulletin board notices. More specific data on ridesharing 
activities in the CBD is unavailable. 
A 1981 City of Tampa survey at various CBD portal locations indicated an overall average 
auto occupancy of 1.27. This compares to the U.S. average of 1.30 which the National 
Personal Transportation Survey reported in 1983. This indicates that 73% of CBD auto 
35 
commuters are in single occupant autos. On a county-wide basis, 1980 Journey to Work 
data indicated that approximately 72% of all commuters used single-occupant autos. The 
limited sample occupancy survey is illustrated in Figure 14. 
VII. Peaking Characteristics for CBD Access Trips 
Two aspects of peak hour tripmaking characteristics are noteworthy. One relates to the 
levels of travel demand over time and the other concerns how the level of service of 
roadways varies over time as a function of the demand for travel and resultant congestion. 
A Flextime 
Flextime provides two advantages in tripmaking. First, it can spread the rush-hour peak of 
vehicular activity over time, potentially allowing a traveler to save time and frustration, and, 
second, it allows individuals to alter their work schedules which may make it easier for them 
to rideshare with fellow employees or neighbors. Comprehensive data on flextime 
availability and use by CBD employees is not available; however, the 22 employers that were 
surveyed for ridesharing were also asked questions relating to flextime. Only four of 22 
allowed flextime for the majority of their non-management employees. Several others had 
staggered work schedules in which employees reported as often as every 30 minutes over 
a two-hour period. 
In an April, 1990, Tampa Tribune article on workplace options, 521 nationwide firms were 
surveyed and the following facts were revealed: 
• About 50% presently offer flextime 
• About 35% presently offer compressed work weeks 
• About 90% presently offer part-time work 
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• About 20% presently offer job sharing 
• About 10% presently offer home-based work assignments 
These findings suggest that Tampa is lagging behind national trends in alternative work 
arrangements. 
B. CBD Travel Times and Peakin~ Characteristics 
Figures 15A and 15B illustrate peaking characteristics of traffic adjacent to the CBD area. 
Along the I-275 (SB) and I-4 (WB) corridors, the morning peak period traffic volumes tend 
to increase at about 6:45 a.m. and then begin to diminish after 7:45 a.m. Along Kennedy 
Boulevard, morning traffic volumes peak from 7:30 a.m. to approximately 9:00 a.m. The 
Ashley Street off-ramp from 1-275 (both NB and SB) into the CBD experiences peak traffic 
volumes from between 7:00 and 7:30 a.m. until after 8:30 a.m., when volumes return to 
normal. 
In the afternoon, the peak volumes are less pronounced due to increased traffic flow 
throughout the hours of 4:00 to 7:00 p.m. Along the westbound leg of the I-275 corridor, 
southbound traffic volumes increase at 4:15 p.m. and then decrease after 5:30 p.m. in a 
"stair-step" fashion. The 1-4 (EB) mainline exhibits a similar peak flow during this same 
time period. The 1-275 NB corridor's traffic volumes increase at 4:15 p.m. and diminish 
after 5:45 p.m., also in a "stair-step" fashion. The Ashley and Jefferson on-ramps to 1-275 
NB both experience traffic flow "surges" from 4:45 to 5: 15 p.m.; during the rest of the 
afternoon the traffic flow on these on-ramps is fairly constant. 
Figures 16A and 16B illustrate the travel time and equivalent running speeds for CBD 
commuting trips inbound (a.m.) and outbound (p.m.) on the T-shaped interstate system. On 
the north leg (1-275), travel times and speeds decrease between 6:30 and 8:00 a.m. and again 
between 4:15 and 5:45 p.m. On the east leg (1-4), travel times and speeds generally diminish 
between 6:30 and 8:15 a.m., inbound, and between 5:00 and 5:15 p.m., outbound. On the 
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west leg (1-275), travel times and speeds generally do not vary in the morning inbound 
traffic, and in the afternoon, outbound traffic tends to experience a decrease in travel times 
and speeds between 4:15 and 4:45 p.m. 
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VIII. Summary of CBD Accessibility 
While Tampa's congestion is not like that in Los Angeles, New York, Chicago, or 
Washington D.C., congestion in Tampa is a real and growing problem that has the potential 
to be a serious deterrent to continued growth and maintenance of an attractive quality of 
life. According to an October, 1989, research report prepared by the Texas Transportation 
Institute, Tampa ranked as the 16th worst, of a sample of 40 major U.S. cities, in relative 
roadway congestion. Tampa's growth and the absence of adequate resources to fund 
sufficient capacity expansion suggest that congestion levels will increase in the future. With 
continued employment and activity growth in the CBD, commute congestion will also 
increase in the absence of actions to manage the demand for travel. 
The data compiled in this report identify several characteristics of Tampa commute travel 
that merit consideration in developing a TDM program for Tampa. Each of these tentative 
conclusions is identified below with a brief discussion. 
Line Haul Corridor Congestion - The available data suggest that the most significant 
congestion faced by CBD commuters is congestion on the line haul corridors used to access 
the CBD. This is particularly true of the interstate corridors. Congestion within the CBD 
is limited both because of the relative small CBD size, limiting the amount of time required 
for CBD circulation, and by the relative availability of roadway capacity in the downtown. 
Similarly, the portals to the CBD are not seriously congested with the exception of the 
backups to exit and enter the mainline facilities. Those segments of the CBD commuter 
population entering the CBD via the Crosstown and Bayshore facilities experience 
acceptable levels of service. 
Congestion is a Regional Problem - Congestion associated with travel to and from the CBD 
on the interstate system is not solely a result of commute travel to CBD employment, but 
results from extensive interstate travel to and from numerous other employment locations 
and other activities primarily accessible via the interstate. Thus, the influence on CBD 
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commute congestion that can be realized by reductions in peak period travel demand to the 
CBD are limited by the fact that CED-destined travel is a relatively modest 25% share of 
the total rush hour interstate volume in the vicinity of the CBD. This suggests that IDM 
activities focused on the CBD may have a more limited ability to lessen congestion on 
commute travel than would be the case if CBD-destined travel was a larger share of the 
travel in major corridors serving the CBD. This also suggests that to be most successful, 
IDM activities should be jointly aimed at the CBD, West Shore, and other major 
destinations of interstate system travel. 
Dispersed Travel Patterns and Modest Trip Lengths - Travel to and from the CBD is 
dispersed relatively uniformly over the area surrounding the downtown. In general, the trip 
distance is relatively modest with few trips more than ten miles in length. This influences 
the types of alternatives to single occupant auto travel that are likely to be attractive to 
commuters. Some cities have very large job concentrations in their downtowns, unaffordable 
or undesirable housing within a reasonable distance of downtown, and superior school 
systems located exclusively in distant suburbs which create many very long commute trips. 
Data on commute patterns in Tampa indicate that many downtown workers live relatively 
close to work and, hence, are not subject to the greater operating costs and frustrations of 
driving long distances on very congested facilities. 
Modest Existing Transit and Rideshare Use - The levels of transit use to the CBD are 
modest, frequently estimated to be in the 10 to 12% range. Rideshare promotion efforts 
are modest at best and the response has been limited. This is positive in that it suggests 
that there is clearly room for improvement in carpool and transit use. Yet, it also evidences 
the fact that, historically, travel conditions have not resulted in travelers being motivated to 
use transit or carpools, shift travel to off-peak times, or take other steps to avoid rush hour 
commuting. Nor have travelers or businesses shown enough concern prior to now to initiate 
a coordinated, sustained, and publicly-- and privately-supported effort to improve commute 
conditions. 
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Opportunities for Travel 'lime Savings from Flexible Travel 'limes - The data on the 
peaking characteristics of major corridors leading to the CBD and the data on travel times 
suggest that, in general, there is an opportunity to save travel time by promoting travel in 
off-peak times. Peak period freeway operations generally provide travel speeds in excess 
of 35 mph unless there is an incident. A larger data sample and more current data should 
be sought to clearly quantify the travel time savings that might be available to people who 
change their travel times. Data and personal experiences suggest that shifting travel time 
to off-peaks would save in the range of 5 to 15 minutes of travel time ( depending on trip 
length and corridor) for the vast majority of CBD commuters. 
Limited Existing Facilities and Programs to Encourage TDM Activities - Parking costs in 
the CBD are generally affordable and supply is reasonably available in proximity to 
employment locations. Pricing or convenience advantages for carpool vehicles are not 
generally provided. No special facilities such as high occupancy vehicle lanes or ramps are 
provided to add additional incentive to multi-occupant vehicle travel. Similarly, transit 
operations do not offer exclusive facilities to bypass congestion and the number of express 
operations is limited, resulting in a travel time disadvantage for transit. 
Transit and Rideshare Promotions Merit Consideration - While subsequent technical 
memoranda will look in greater detail at how each TDM technique might be applied in the 
Tampa CBD, one can conclude that certain types of programs are more suited for 
conditions like those in Tampa. The lack of a significant number of long distant commutes 
and the absence of any special incentives for van use suggests that the market for van pools 
will be limited to special situations such as commutes from Pinellas County, Pasco County, 
or East Hillsborough County, which involve trips of 20 or more miles long and are more 
inclined to support interest in van pooling. Less frequent and sparsely-spaced bus routes 
in outlying areas combined with high auto ownership and limited commuting to the CBD 
in many of these areas suggest that these locations may best be served with carpooling and 
transit park-and-ride services. Urban areas closer to the CBD are the best locations for 
promotions and possibly refinements in regular fixed route transit service. 
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The Need for Additional Data - This effort used data from a variety of sources and provides 
an adequate starting point to allow one to understand CBD commute conditions, evaluate 
alternative IDM strategies, and to explore various IDM marketing approaches. However, 
more current and detailed data could provide a better understanding of CBD commute 
conditions and other travel characteristics. Among the types of data that would be useful 
are data on work start times, auto occupancy, and parking costs; more current and extensive 
data on peaking characteristics; new data on residential locations for CBD commuters; data 
on existing employer commute programs and attitudes about new programs; and other items. 
Perhaps some of these data can be developed in the context of scheduled planning efforts 
for CBD circulation, while others could be part of the implementation of a TDM program 
for the CBD. 
In pursuing IDM strategies, it appears that Tampa has both some advantages and some 
disadvantages as compared to other urban areas. The size and level of congestion on 
facilities serving the downtown are not comparable to those in some larger and older cities. 
However, the fact that facilities are not gridlocked all hours of the day does provide an 
opportunity for travel time shifts to less congested times. While the dispersion of activities 
and relatively modest trip length allow reasonably quick travel to the CBD, worsening 
conditions and an ever growing sensitivity to environmental issues and other auto-related 
problems provide an incentive for initiating action on IDM strategies for the CBD. 
The presence of excess transit capacity and the recent investment in the transit mall suggest 
that aggressive actions to encourage and promote transit may have a positive impact. 
Additional packages of incentives to promote alternatives to single occupant autos would 
certainly encourage additional shared ride travel to the CBD. Continued development of 
the CBD as an integrated activity and employment center that does not require auto 
availability will also further the efforts to promote IDM activities by eliminating the need 
for autos for midday trips and allowing more personal business and shopping needs to be 
handled with walk trips. 
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Technical Memorandum 2 will discuss in more detail specific TOM activities that might be 
considered for the CBD. Technical Memorandum 3 will serve as an action plan for 
implementing a program to encourage TOM. 
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